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57 ABSTRACT

A brake control system for a landing gear of an aircraft is
provided. The system includes a first control channel for
providing brake control signals to one or more brakes on the
landing gear, and a second control channel for providing
brake control signals to another one or more brakes on the
landing gear. At least one of the first control channel and the
second control channel is configured to act as an executive in
monitoring braking efforts applied by the one or more brakes
as compared to braking efforts applied by the another one or
more brake, and to cause the braking efforts of at least one of
the one or more brakes or the another one or more brakes to be
modified in an effort to equalize the braking efforts.

11 Claims, 5 Drawing Sheets
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1
INDEPENDENT BRAKE CONTROL OF A
COMMON AIRCRAFT GEAR

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application is a U.S. National Phase filing under 35
U.S.C. 371 and claims priority to PCT Application No. PCT/
US08/63366, filed on May 12, 2008, and entitled “INDE-
PENDENT BRAKE CONTROL OF A COMMON AIR-
CRAFT GEAR,” which claims priority to U.S Provisional
Patent Application Ser. No. 60/939,056, filed May 19, 2007,
both of which are incorporated herein by reference in their
entirety.

TECHNICAL FIELD

The present invention relates generally to brake control
systems, and more particularly to a system, device and
method for controlling multiple brakes on a given gear of an
aircraft.

BACKGROUND OF THE INVENTION

Aircraft brake control systems are known in the art. These
brake control systems function to provide brake control to
brakes on the landing gear of the aircraft. The brakes exert a
braking force on the wheels of the gear in order to slow the
aircraft during taxiing, landing, rejected take-off, etc.

For reasons such as system redundancy and/or robustness,
a brake control system may include multiple brake control
channels controlling respective brakes on a given gear. The
multiple brake control channels may serve to control respec-
tive brakes (e.g., respective brake actuators) on a given wheel
of'the landing gear. In addition, or in the alternative, multiple
brake control channels may serve to control the brake(s) on
respective wheels.

Problems can arise, however, with the use of multiple brake
control channels. Because the different channels control dif-
ferent brakes on a given gear, the amount of braking delivered
by the respective brakes may not be equal, i.e., one brake may
be doing very little braking while the other brake is doing
most of the work. Additionally, it is possible that two inde-
pendent control channels could control the brakes in a way
that causes dynamic instability—like twisting the gear when
the brake applications get out of phase.

In view of the aforementioned shortcomings associated
with conventional brake control systems, there is a strong
need in the art for a brake control system, device and method
for maintaining substantially equal workloads between the
brakes controlled by the respective brake control channels.
Moreover, there is a strong need in the art for a brake control
system and method for avoiding dynamic instability.

SUMMARY OF THE INVENTION

According to one aspect of the present invention, a brake
control system for a landing gear of an aircraft is provided.
The system includes a first control channel for providing
brake control signals to one or more brakes on the landing
gear, and a second control channel for providing brake control
signals to another one or more brakes on the landing gear. At
least one of the first control channel and the second control
channel is configured to act as an executive in monitoring
braking efforts applied by the one or more brakes as com-
pared to braking efforts applied by the another one or more
brake, and to cause the braking efforts of at least one of the
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one or more brakes or the another one or more brakes to be
modified in an effort to equalize the braking efforts.

The braking efforts can be modified by the system in an
effort to equalize them with respect to applied braking force.
For example, the control channel configured to act as the
executive can be configured to increase the brake control
signal provided to one of the one or more brakes and the
another one or more brakes, and to decrease the brake control
signal provided to the other of the one or more brakes and the
another one or more brakes.

The braking efforts also can be modified in an effort to be
equalized with respect to phase. For example, the control
channel configured to act as the executive can be configured
to increase or decrease a brake timing signal provided to one
of the one or more brakes and the another one or more brakes
relative to a brake timing signal provided to the other of the
one or more brakes and the another one or more brakes.

The brake control system can further include a first com-
munication interface configured to exchange information
between the first control channel and the second control chan-
nel. The control system also may include a second commu-
nication interface configured to exchange information
between electronics of the aircraft and at least one of the first
or second control channel.

The brake control system may include a plurality of sen-
sors, wherein each sensor of the plurality of sensors corre-
sponds to one brake of the one or more brakes or one brake of
the another one or more brakes, and each sensor is operative
to provide data indicative of the braking effort provided by the
corresponding brake. The plurality of sensors can include at
least one of a speed sensor operative to detect a speed of a
wheel, a force sensor operative to detect a force applied by the
brake, and a torque sensor operative to detect a braking torque
effected by the brake.

The brake control system may also include the landing
gear, the one or more brakes, and the another one or more
brakes. The one or more brakes can correspond to an inner
bank or outer bank on the landing gear, and the another one or
more brakes corresponds to the other of the inner bank or the
outer bank on the landing gear. The one or more brakes can
include a left inner bank (IB) brake and a right IB brake, and
the another one or more brakes can include a left outer bank
(OB) brake and a right OB brake.

According to another aspect of the invention, a brake con-
troller, braking method, and braking program for controlling
one or more brakes and another one or more brakes of a
vehicle are provided. The brake controller includes a first
control channel for providing brake control signals to the one
or more brakes, and a second control channel for providing
brake control signals to the another one or more brakes. At
least one of the first control channel and the second control
channel is configured to act as an executive in monitoring
braking efforts applied by the one or more brakes as com-
pared to braking efforts applied by the another one or more
brakes, and to modify the first and/or second brake control
signals so as to cause the braking efforts of the one or more
brakes and the another one or more brakes to equalize.

The brake controller or method can modify brake control
signals so as to equalize an applied braking force between the
one or more brakes and the another one or more brakes. For
example, the control channel configured to act as the execu-
tive can be configured to increase the brake control signal
provided to one of the one or more brakes and the another one
or more brakes, and to decrease the brake control signal
provided to the other of the one or more brakes and the
another one or more brakes.
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The brake controller or method can modify the brake con-
trol signals so as to equalize a braking phase between the one
or more brakes and the another one or more brakes. For
example, the control channel configured to act as the execu-
tive is operative to increase or decrease a brake timing signal
provided to one of the one or more brakes and the another one
or more brakes relative to a brake timing signal provided to
the other of the one or more brakes and the another one or
more brakes.

The brake controller may include a first communication
interface configured to exchange information between the
first control channel and the second control channel. The
brake controller may also include a second communication
interface configured to exchange information between
devices external to the controller and at least one of the first or
second control channel.

To the accomplishment of the foregoing and related ends,
the invention, then, comprises the features hereinafter fully
described and particularly pointed out in the claims. The
following description and the annexed drawings set forth in
detail certain illustrative embodiments of the invention.
These embodiments are indicative, however, of but a few of
the various ways in which the principles of the invention may
be employed. Other objects, advantages and novel features of
the invention will become apparent from the following
detailed description of the invention when considered in con-
junction with the drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a simplified block diagram illustrating an exem-
plary architecture of a brake control system in accordance
with the invention.

FIG. 2 is a schematic diagram illustrating an exemplary
aircraft brake control system in accordance with the inven-
tion.

FIG. 3 is a flow chart illustrating exemplary steps for
implementing braking for an executive channel in accordance
with the invention.

FIG. 4 is a flow chart illustrating exemplary steps for
implementing braking for a non-executive channel in accor-
dance with the invention.

FIG. 5 is a block diagram illustrating use of the inter-
processor communication interface and the aircraft’s com-
munication bus to exchange data.

DETAILED DESCRIPTION OF THE INVENTION

The present invention will now be described with reference
to the drawings, wherein like reference numerals are used to
refer to like elements throughout. Because the invention was
conceived and developed for use in an aircraft braking sys-
tem, it will be herein described chiefly in this context. How-
ever, the principles of the invention in their broader aspects
can be adapted to other types of braking systems.

Referring to FIG. 1, the general architecture of a brake
control system 10 is shown in accordance with an exemplary
embodiment of the present invention. The brake control sys-
tem 10 serves to control the brakes on a landing gear 12, for
example. The landing gear 12 includes an inner bank (IB) left
brake 14a and outer bank (OB) left brake 164 on a left side of
the landing gear 12, and an IB right brake 145 and OB right
brake 165 on the right side of the landing gear 12. The IB left
Brake 14a and the OB left brake 16a may serve to apply
braking to a same wheel or different respective wheels on the
left side of the landing gear as will be appreciated. Similarly,
the IB right brake 145 and the OB right brake 165 may serve
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to apply braking to the same wheel or different respective
wheels on the right side of the landing gear 12.

The brake control system 10 includes a first, or IB, brake
control channel 14, and a second, or OB brake control channel
16. As used herein, a brake control channel refers to a con-
troller or the like that controls the operation of at least one
brake. Such brake control channel may include a processor
and memory, and code or the like stored in memory and
executable by the processor so as to implement a braking
function as described herein. Alternatively, the brake control
channel may be configured as a hardware circuit (e.g., as an
ASIC). The brake control channel also may include appropri-
ate circuitry (e.g., analog and digital I/O) for interfacing with
the brakes and associated components.

The IB channel 14 issues brake control signals to the IB left
brake 144 and the IB right brake 145 within the landing gear
12 as represented in solid line. The OB channel 16 issues
brake control signals to the OB left brake 16a and OB right
brake 165 within the landing gear 12 as represented in dashed
line. The brake control signals may be provided to the respec-
tive brakes as analog signals (e.g., via analog outputs from the
respective brake control channel) or as digital signals (e.g.,
via a high speed communication link between each brake
control channel and the respective brakes). In the exemplary
embodiment, the OB channel and IB channel are substantially
independent of one another.

In accordance with the present invention, the brake control
system 10 further includes an inter-processor communication
interface 18 between the IB channel 14 and OB channel 16.
The inter-processor communication interface 18 may include
a high-speed communication link, for example, wherein the
respective channels can communicate with one another so as
to share information. Processors (FIG. 2) in the respective
channels are configured in accordance with the present inven-
tion so as to share information between the respective brake
control channels in order to achieve equal and stable braking.

According to an exemplary embodiment, one channel
(e.g., OB channel 16) acts as an executive (e.g., a master or
lead section) and evaluates the braking effort being applied by
the brakes of both respective channels (e.g., OB channel 16
and IB channel 14), and the corresponding deceleration. The
other channel acts as a non-executive (e.g., a slave or follower
section) and follows instructions from the executive section.

For example, the OB channel 16 may serve as the execu-
tive. The OB channel 16 monitors the braking effort applied
by the OB left brake 164 and the OB right brake 165 (e.g., by
the particular values of the brake control signals delivered to
the brakes, force or torque sensors included in the OB left and
OB right brakes and/or landing gear, etc.). Further, decelera-
tion of the aircraft may be determined using wheel speed
sensors on the wheels, etc.

The IB channel 14 monitors the braking effort applied by
the IB left brake 14a and the IB right brake 145, deceleration,
etc., in the same manner in which the OB channel 16 does the
OB left and OB right brakes. The IB channel 14 in turn shares
such information with the OB channel 16 via the inter-pro-
cessor communication interface 18. Serving as executive, the
OB channel 16 compares the braking effort being applied by
each of the channels and the corresponding deceleration. In
the event the executive determines that the workload (i.e.,
braking force) being exerted by the brakes of the respective
channels is not nearly equally shared, the executive OB chan-
nel 16 may request changes in the braking effort of each of the
channels in order to assure nearly equal sharing of the work-
load among brake control channels.

Thus, for example, if the executive OB channel 16 deter-
mines thatthe OB left and/or OB right brakes 164 and 165 are
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bearing a larger portion of the workload as compared to the
corresponding IB left and/or IB right brakes 14a and 145, the
OB channel 16 may cause the OB left and/or OB right brakes
16a and 164 to reduce their applied brake force by X percent.
At the same time, the OB channel 16 may instruct the IB
channel 14 via the inter-processor communication interface
18 to increase the brake force applied by the IB left and/or IB
right brakes 14a and 145 by a corresponding percentage.
Similarly, if the executive OB channel 16 determines that the
OB left and/or OB right brakes 16a and 165 are bearing a
smaller portion of the workload as compared to the corre-
sponding IB left and/or IB right brakes 14a and 1454, the OB
channel 16 may cause the OB left and/or OB right brakes to
increase their applied brake force by X percent. At the same
time, the OB channel 16 instructs the IB channel 14 via the
inter-processor communication interface 18 to decrease the
brake force applied by the IB left and/or IB right brakes by a
corresponding percentage. In this manner, the executive
channel can ensure sharing of the workload between the
brakes of the respective brake control channels.

The executive channel may also serve to ensure dynamic
stability. For example, again it is assumed that the OB channel
16 is serving as the executive (although it will be appreciated
that the IB channel 14 could serve as the executive equally as
well). As described above, the OB channel 16 monitors the
brake efforts of the IB channel and OB channel brakes. In
addition, the OB channel 16 determines if an out of phase
braking effort oscillation exists. For example, the OB channel
16 compares the phase of the brake applications by the OB
left and/or OB right brakes 16a and 164 to the phase of that of
the 1B left and/or IB right brakes 14a and 144 (again as
communicated via the inter-processor communication inter-
face).

If the OB channel 16, as executive, determines that the
brake applications of the respective channels are out of phase
by more than a predefined amount, the OB channel 16 takes
corrective action. For example, the OB channel 16 can modify
the application of the OB left and/or OB right brakes 16a and
1654 s0 as to be in phase with that of the IB left and/or IB right
brakes 14a and 144. Alternatively, the OB channel 16 can
instruct the IB channel 14 via the inter-processor communi-
cation interface 18 to modity the phase of the application of
the 1B left and/or IB right brakes 14a and 145 by an amount
intended to bring them into phase with the corresponding OB
left and/or OB right brakes 16a and 164.

Moving to FIG. 2, the brake control system 10 in accor-
dance with the invention is shown in more detail. As discussed
above, the brake control system 10 includes the aforemen-
tioned IB and OB channels 14 and 16, wherein in a preferred
embodiment each channel 14 and 16 includes a central pro-
cessing unit (CPU) 20, read only memory (ROM) 22 (e.g., an
EPROM, flash memory, etc.) and random access memory
(RAM) 24. The CPU 20, in conjunction with the ROM 22 and
RAM 24, is operable to execute instructions stored in ROM
(e.g., a braking program) that causes the CPU to implement a
braking function as described herein.

Each channel 14 and 16 also can include an input/output
(I/0) module 26 for inputting and outputting data to/from the
channel, as described below. The /O module may include
both digital and analog I/O, as well has a high speed commu-
nication interface (e.g., a high speed serial communication
interface). Further, each channel 14 and 16 includes a high
speed communication module 28 to implement the inter-
processor communications 18. The high speed communica-
tion module 28 may comprise a direct link between the chan-
nels (e.g., a shared bus or the like) or it may comprise a high
speed serial interface (preferably a time-deterministic inter-
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face). The CPU 20, ROM 22, RAM 24, I/O 26 and high speed
communication interface 28 all may be communicatively
coupled to each other via a system bus 30 or the like.

A brake pedal 40 located in the cockpit, for example,
generates a braking signal proportional to an amount of pedal
deflection or desired braking force. The signal generated by
the brake pedal 40 is provided to the /O module 26 of the IB
and OB channels 14 and 16. Further, left and right IB and OB
sensors 42a, 425, 44a and 44b, which may be arranged on the
landing gear 12 and/or on respective left and right IB and OB
brakes 14a, 145, 16a and 164, also provide data to the corre-
sponding OB or IB channel 14 and 16 via the respective /O
modules 26. The sensors 42a, 425, 44a and 445, for example,
may be 1) wheel speed sensors (e.g., encoders or the like) that
detect a rotational velocity of each wheel, ii) force sensors
that detect a force applied by the brakes 14a, 145, 16a and
165, and/or iii) torque sensors that detect a braking torque
effected by the brakes (e.g., a torque applied to a torque tube
of'each wheel). As noted above, the respective signals gener-
ated by the brake pedal 40 and sensors 42a, 425, 44a and 445
may be conventional analog and/or digital signals.

The IB channel 14, via its I/O module 26, is operatively
coupled to a left IB and a right IB brake actuator 46a and 465
of'the corresponding left and right IB brakes 14a and 145. The
OB channel 16, via its I/O module 26, is operatively coupled
to aleft OB and a right OB brake actuator 48ab and 485 of the
corresponding left and right OB brakes 164 and 165. The
brake actuators, for example, may be one or more hydraulic
valves, electric motors, or the like. Based on a braking com-
mand from the pedal 40 and wheel/brake data as detected by
the sensors 42a, 426, 44a and 445, the 1B channel 14 provides
signals to the IB brake actuators 46a and 465 and the OB
channel 16 provides signals to the OB brake actuators 48a and
48b so as cause the braking effort of at least one of the one or
more brakes or the another one or more brakes to be modified
so as to equalize the braking efforts, as described in more
detail below with respect to FIGS. 3 and 4.

Referring now to FIGS. 3 and 4, two flow diagrams 70 and
100 illustrating exemplary methods for implementing brak-
ing control as described herein are provided. FIG. 3 illustrates
exemplary steps that may be implemented by an executive
channel (e.g., the OB channel 16) of the brake controller 10,
while FIG. 4 illustrates exemplary steps that may be imple-
mented by a non-executive channel (e.g., the IB channel 14)
of'the brake controller 10. The flow diagrams include a num-
ber of process blocks arranged in a particular order. As should
be appreciated, many alternatives and equivalents to the illus-
trated steps may exist and such alternatives and equivalents
are intended to fall with the scope of the claims appended
hereto. Alternatives may involve carrying out additional steps
or actions not specifically recited and/or shown, carrying out
steps or actions in a different order from that recited and/or
shown, and/or omitting recited and/or shown steps. Alterna-
tives also include carrying out steps or actions concurrently or
with partial concurrence.

Beginning with the steps associated with the executive
channel as shown in FIG. 3, the CPU 20 of the executive
channel (e.g., the OB channel 16), via the I/O module 26,
receives a brake command signal (i.e., the actual braking
request) from the pedal 40 as indicated at block 72. The brake
command signal, which may in analog or digital form, is
indicative of a requested braking force to be applied by the
brakes. Due to non-linearities in the braking system as well as
other factors, there may not be a one-to-one relationship
between the brake command signal and the braking force
applied by the brakes. To resolve these possible issues, at
block 74 abrake reference signal (i.e., the signal applied to the
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actuators) is derived based on the brake command signal as
provided from the pedal 40. In deriving the brake reference
signal, the CPU 20, for example, may condition (e.g., scale,
filter, offset, etc.) the brake command signal so as to achieve
an actual braking response that follows the brake command
signal. Once the brake reference signal has been generated,
then at block 76 the brake reference signal is provided to the
left and right OB brake actuators 48a and 485, which cause
the left and right OB brakes 16a and 1654, respectively, to
apply a braking force corresponding to the brake command
signal.

Atblock 78, the OB channel 16 reads the left and right OB
braking data as received by the /O module 26. In particular,
the OB channel 16 receives data corresponding to wheel
speed, braking force and/or braking toque for the OB wheels
and/or brakes 16a and 165. Similarly, at block 80 the OB
channel 16 receives brake data from the IB channel 14,
wherein the brake data from the IB channel corresponds to
wheel speed, braking force and/or braking torque for the IB
wheels and/or brakes 14a and 145. Then at block 82, the OB
channel 16 analyzes the data to determine an amount of
braking being performed by the respective brakes 14a, 145,
16a and 16¢ and/or if the IB and OB brakes are in phase.

For example, the OB channel can calculate a braking effort
of each brake based on the measured torque at each wheel’s
torque tube. Alternatively, the braking effort of each brake can
be calculated based on a deceleration rate of each wheel (as
determined from the respective wheel speed sensors) in con-
junction with a braking force applied by each brake.

At block 84, the OB channel 16 determines a correction
factor, if any, that should be applied to the IB brakes and/or
OB brakes. This correction factor can correspond to the dif-
ference in braking effort as determined at block 82. For
example, if it is determined that the OB brakes 164 and 165
are performing 40 percent of the total braking load and the IB
brakes 14a and 145 are performing 60 percent of the total
braking load, then the force applied by the OB brakes should
be increased and the force applied by the IB brakes should be
decreased. More specifically, the braking force applied by the
1B brakes 14a and 145 can be decreased by 10 percent, and the
braking force applied by the OB brakes 16a and 165 can be
increased by 10 percent, such that the entire braking load is
shared evenly between the IB and OB brakes.

Alternatively, the correction factor may be based on the
phasing of the IB and OB brakes. Phasing of the brakes, as
used herein, refers to the time the 1B brakes are activated
relative to the time the OB brakes are activated. If the brakes
are activated at the same time (either continuously or periodi-
cally) the brakes are said to be in phase. If the IB and OB
brakes are not activated at the same time, then the brakes are
said to be out of phase. By monitoring the application of the
brakes, it can be determined if an out of phase oscillation
exists, which could lead to instability. This out of phase
condition then can be corrected by altering the timing of the
applied braking force.

For example, a correction factor can be generated that
modifies the application of the OB left and/or OB right brakes
16a and 1654 so as to place them in phase with the IB left
and/or IB right brakes 14a and 145. Alternatively, a correction
factor can be generated that modifies the application of the IB
left and/or IB right brakes 14a and 145 so as to place them in
phase with the OB left and/or OB right brakes 16a and 165.

Once the correction factor is determined, then at block 86
it is applied to the brake reference signal for the OB brakes
16a and 165, which generates a new reference signal. At
block 88, the new reference signal is provided to the OB brake
actuators 48a and 485, which alter the braking force applied
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by brakes 16a and 165 and/or the timing of brake actuation. At
block 90, the correction factor for the IB brakes 14a and 1454
is communicated to the IB channel 14 via the communication
modules 28, and the method of FIG. 3 ends.

Executed concurrently with the steps of FIG. 3 are the steps
of FIG. 4, which pertain to the non-executive channel. Blocks
102,104 and 106 of FIG. 4 correspond to blocks 72,74 and 76
of FIG. 3, except that the operations are performed by the IB
channel (instead of the OB channel) for controlling the 1B
brakes 14a and 145b. Thus, the 1B channel 14 receives the
braking command signal from the pedal 40, derives a brake
reference signal based on the command signal, and provides
the reference signal to the IB brake actuators 14a and 145 in
a manner consistent with the OB channel as described above.

At block 108, the IB channel 14 reads the I/0 module 26 to
obtain brake data as collected by the sensors 42a and 425, and
forwards this data to the OB channel 16 via the communica-
tion module 28. As noted above, the OB channel uses this data
to compare the braking effort and/or phasing of the brakes,
and based on this comparison determines a correction factor
to be applied to the IB and OB brakes so as to equalized
braking effort.

At block 110 the IB channel 14, via the communication
module 28, receives a correction factor from the OB Channel
17 and applies this correction factor to the brake reference
signal as generated at block 104. The received correction
signal may be in the form of a multiplier or the like, and/or
may include timing data that can be used to alter when the IB
brakes 14a and 144 are actuated (thereby allowing the phase
between the IB and OB brakes to be altered). Atblock 112, the
received correction factor is applied to the brake reference
signal as derived at block 104 to arrive at a new brake refer-
ence signal. At block 114, this new brake reference signal
then is applied to the IB brake actuators 46a and 465 to effect
a braking function.

For example, the correction factor as received from the OB
channel 16 may be expressed as a percentage (e.g., in per-
cent*10). Thus, a value of 100 would signity a requested
change of 10.0 percent. If the brake reference signal as gen-
erated at block 104 is 2000 counts (assuming 12-bit resolu-
tion), then the IB channel will increase the brake reference
signal from 2000 counts to 2200 counts (2000+10 percent of
2000). This change in signal may be ramped so as to minimize
any shock introduced into the system. To decrease the brake
reference by 10 percent, for example, the correction factor
may be represented as —100.

In the case of altering the phase of the IB brakes relative to
the OB brakes, the correction factor received from the OB
channel 16 may be expressed in time (e.g., in seconds*100).
Thus, a value of 10 would signify a phase change of 0.1
seconds. Using this information, the IB controller can
advance the phasing of the IB brakes 16a and 165 by 0.1
seconds. To retard the phase by 0.1 seconds, the correction
factor may be represented as —10, for example.

In accordance with another aspect of the invention, the
inter-communication processor interface 18 can be used to
share signals received from the aircraft. For example, 1/0
(e.g., discrete inputs corresponding to throttle position and/or
digital signals corresponding to the value of the throttle posi-
tion) can be communicated via the inter-communication pro-
cessor interface 18 and via the aircraft’s communication bus
50, as shown in FIG. 5. Thus, the signals are communicated
via two different communication means. By sharing the data
over both communication means, the correct signals can be
determined even in the event of a fault condition on one of the
communication means. Additionally, diagnostics may be
implemented to detect when signals between the two medi-
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ums do not agree, and to determine which of the mediums is
functioning normally. Such diagnostics may be implemented
in the IB and/or OB channels, for example, or elsewhere in the
aircraft’s electronics.

Further, if one channel needs to change braking modes
(e.g., from deceleration control to pressure control) due to
sensor failure, it can be assured that all wheels are controlled
under a common control strategy. This provides a robust
system for the aircraft’s brakes that cannot be achieved in
systems employing a single communication means.

Accordingly, the brake controller 10 in accordance with the
present invention ensures that braking forces applied by dif-
ferent brakes are relatively the same. In this manner, the
brakes (and thus the wheels) share the entire braking load,
without one providing significantly more effort than the oth-
ers.

Computer program elements of the invention may be
embodied in hardware and/or in software (including firm-
ware, resident software, micro-code, etc.). The invention may
take the form of a computer program product, which can be
embodied by a computer-usable or computer-readable stor-
age medium having computer-usable or computer-readable
program instructions, “code” or a “‘computer program”
embodied in the medium for use by or in connection with the
instruction execution system. In the context of this document,
a computer-usable or computer-readable medium may be any
medium that can contain, store, communicate, propagate, or
transport the program for use by or in connection with the
instruction execution system, apparatus, or device. The com-
puter-usable or computer-readable medium may be, for
example but not limited to, an electronic, magnetic, optical,
electromagnetic, infrared, or semiconductor system, appara-
tus, device, or propagation medium such as the Internet. Note
that the computer-usable or computer-readable medium
could even be paper or another suitable medium upon which
the program is printed, as the program can be electronically
captured, via, for instance, optical scanning of the paper or
other medium, then compiled, interpreted, or otherwise pro-
cessed in a suitable manner. The computer program product
and any software and hardware described herein form the
various means for carrying out the functions of the invention
in the example embodiments.

Although the invention has been shown and described with
respect to a certain preferred embodiment or embodiments, it
is obvious that equivalent alterations and modifications will
occur to others skilled in the art upon the reading and under-
standing of this specification and the annexed drawings. In
particular regard to the various functions performed by the
above described elements (components, assemblies, devices,
compositions, etc.), the terms (including a reference to a
“means”) used to describe such elements are intended to
correspond, unless otherwise indicated, to any element which
performs the specified function of the described element (i.e.,
that is functionally equivalent), even though not structurally
equivalent to the disclosed structure which performs the func-
tion in the herein illustrated exemplary embodiment or
embodiments of the invention. In addition, while a particular
feature of the invention may have been described above with
respect to only one or more of several illustrated embodi-
ments, such feature may be combined with one or more other
features of the other embodiments, as may be desired and
advantageous for any given or particular application.
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What is claimed is:

1. A brake control system for a landing gear of an aircraft,
comprising:

a first control channel configured to provide brake control
signals to one or more brakes on the landing gear,
wherein the first control channel comprises a first con-
troller that controls an operation of the one or more
brakes, wherein the first control channel receives brak-
ing commands from a brake pedal;

a second control channel configured to provide brake con-
trol signals to another one or more brakes on the landing
gear, wherein the second control channel comprises a
second controller that controls an operation of the
another one or more brakes, wherein the second control
channel receives braking commands from the brake
pedal;

wherein at least one of the first control channel and the
second control channel is configured to act as an execu-
tive in monitoring braking efforts applied by the one or
more brakes as compared to braking efforts applied by
the another one or more brakes, wherein the control
channel configured to act as the executive determines a
correction factor and wherein the control channel con-
figured to act as a non-executive causes the braking
efforts of at least one of the one or more brakes or the
another one or more brakes to be modified in accordance
with the correction factor.

2. The brake control system according to claim 1, wherein
the braking efforts are modified in an effort to be equalized
with respect to applied braking force.

3. The brake control system according to claim 2, wherein
the control channel configured to act as the executive is opera-
tive to increase the brake control signal provided to one of the
one or more brakes and the another one or more brakes, and to
decrease the brake control signal provided to the other of the
one or more brakes and the another one or more brakes.

4. The brake control system according to claim 1, wherein
the braking efforts are modified in an effort to be equalized
with respect to phase.

5. The brake control system according to claim 4, wherein
the control channel configured to act as the executive is opera-
tive to increase or decrease a brake timing signal provided to
one of the one or more brakes and the another one or more
brakes relative to a brake timing signal provided to the other
of'the one or more brakes and the another one or more brakes.

6. The brake control system according claim 1, further
comprising a first communication interface configured to
exchange information between the first control channel and
the second control channel.

7. The brake control system according to claim 6, further
comprising a second communication interface configured to
exchange information between electronics of the aircraft and
at least one of the first or second control channel.

8. The brake control system according to claim 1, further
comprising a plurality of sensors, wherein each sensor of the
plurality of sensors corresponds to one brake of the one or
more brakes or one brake of the another one or more brakes,
and each sensor is operative to provide data indicative of the
braking effort provided by the corresponding brake.

9. The brake control system according to claim 8, wherein
the plurality of sensors include at least one of a speed sensor
operative to detect a speed of a wheel, a force sensor operative
to detect a force applied by the brake, and a torque sensor
operative to detect a braking torque effected by the brake.
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10. The brake control system according to claim 1, wherein
the one or more brakes correspond to an inner bank or outer
bank on the landing gear, and the another one or more brakes
corresponds to the other of the inner bank or the outer bank on
the landing gear.

11. The brake control system according to claim 10,
wherein the one or more brakes comprise a left inner bank
(IB) brake and a right IB brake, and the another one or more
brakes comprise a left outer bank (OB) brake and a right OB
brake.
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